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SUMMARY

This document is the result of a two-year planning effort to develop a public transportation plan for
Greater Minnesota. Greater Minnesota refers to the 80 counties outside of the seven-county Twin Cities
metropolitan area. It is one of the products of the Minnesota Department of Transportation’s long-range
plan to keep “Moving Minnesota.”

The mission of Mn/DOT’s Office of Transit is “to help people and communities meet their mobility need
by supporting safe, responsive, efficient and environmentally sound transit service.” This plan translates
that mission into a plan for a statewide network of public transportation services throughout Greater
Minnesota.

Ten years ago, public transportation services existed throughout 37 counties and in 22 municipalities.
Twenty-one counties were without service. Today, there is public transportation service in 64 counties
and nine municipalities. Seven counties are without service. Through this plan, Mn/DOT continues
working toward the goal of making public transit available to residents of all 80 counties in Greater
Minnesota. This will be accomplished by; increased service efficiency, coordinate and cooperate with
special transportation services, and committing more resources.

The plan has five distinct components. Each component is described as a chapter in this final document
as well as in summary below. A separate executive summary and a separate document addressing
performance guidelines are available.

CHAPTER SUMMARIES
Chapter 1 - State Demographic Profile

This chapter provides an overview of population and employment trends in Greater Minnesota from 1990
through 2010. It describes the setting in which the public transit network currently operates and some of
the more significant environmental changes that will influence future transportation investments. The
structure of the current transit network is highly influenced by such factors as total population, age and
income characteristics, population density and employment characteristics. As these characteristics
change over the next decade, they will influence the network of services and investments in transit
needed to meet the changing needs of Greater Minnesota residents. Appendix A contains maps for each
Mn/DOT district as well as population figures and trends.

Chapter 2 - Existing Systems/Peer Group Analysis

This chapter has two components. First, it summarizes the current transit services operating in Greater
Minnesota. Secondly, it highlights the results of a peer group analysis where Greater Minnesota systems
were compared with peer systems in other states as well as among themselves.

In summary, there are 67 separate transit systems that are contained within the seven Mn/DOT districts
that make up Greater Minnesota. In 1998, these systems provided nearly nine million rides a year using
500 vehicles. There were an estimated 800 people employed at these systems. The total annual cost to
operate the services was approximately $30 million. Each year about $12 million is expended on capital
items such as new vehicles, facilities and communications equipment.
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Appendix B presents detailed information on the current transit systems that are operated in Greater
Minnesota grouped by the Mn/DOT district.

For the peer group review, Greater Minnesota systems were divided into eight categories: urban,
Americans With Disabilities Act (ADA) paratransit, rural, county, multi-county, small urban systems within
county systems, small urban systems over 10,000 population and small urban systems under 10,000
population. The urban, ADA paratransit and the three categories of small urban systems were analyzed
by comparing their service provided, operating efficiency and effectiveness with nationwide and Greater
Minnesota transit systems of similar size and service characteristics. No peer data was available for
rural, county and multi-county systems. Therefore, comparisons were made for each system using other
Greater Minnesota transit systems in the same service category for the peer review.

In summary, the peer group analysis indicates that overall Greater Minnesota systems cost less to
operate, and carry more passengers per hour than comparable systems in other parts of the United
States. This performance occurs while most systems are providing less service per capita than their
peers.

Summary reports for each system are listed in Appendix C and include a comparison of each system
with its peers, a comparison of each system over time, and how each system performs compared to its
peer group average based on 1998 data and data from 1994 t01998.

Chapter 3 - Transit Service Needs

This chapter describes the way in which service providers, community leaders, riders and the general
public provided input to the development of the Greater Minnesota Public Transportation Plan. Service
providers were asked to identify their service needs as part of their annual funding application to
Mn/DOT and through the completion of a special survey. Many service providers, community leaders and
other agency representatives also participated in two series of workshops held in their Mn/DOT districts
to discuss need. A number of key individuals from around the State were visited for one-on-one
interviews to discuss transportation need in Greater Minnesota. Prior to work on this plan, a market
research study consisting of telephone surveys, on-board rider surveys and focus group meetings was
performed in 1999 and 2000. This research work provided valuable input to this plan. Further, prior
transit studies conducted in other areas throughout Greater Minnesota were also reviewed as plan input.
Finally, a Steering Committee was formed with representatives from a wide range of Minnesota
agencies. The Committee provided active participation throughout the project.

From this review, five key findings were identified:
» There are seven counties and seven small urban areas without public transportation.

* In most communities, transit service ends by late afternoon or early evening. In fact, only 11 of
the 67 systems operate after 6 p.m.

* Most services operate only Monday through Friday. Only one-quarter of the systems operate on
Saturday while only 11 operate on Sunday.

» Because of limited resources, trips are often confined to political boundaries, such as city or
county lines.

» Again, because of limited resources, many systems are in need of a new transit facility, a radio
communication system and an upgraded computer system.

Greater Minnesota Public Transportation Plan Page 7



In summary, despite their strong performance, the transit systems have not been able to meet all of the
mobility needs in Greater Minnesota. Expanded services to meet these needs cannot even be
considered with the current level of federal, state and local funding.

Appendix D details the comments made at the district workshops as well as by the attendees for both the
first and second round of Mn/DOT District workshops.

Chapter 4 - Transit Need Assessment

This chapter presents estimates of the 2010 transit needs of Greater Minnesota. The estimates are
based upon data for current transit services and population and demographic information projected for
the year 2010.

The analysis points out that in 2010 there will be a need for public transportation to serve 16.7 million
trips in Greater Minnesota. If current productivity levels (passengers per capita) are maintained by
Greater Minnesota systems, they will provide 9.6 million trips or 57.4 percent of the need. The gap can
be eliminated in three ways:

» Make efficiency improvements to current services. However, since current systems are relatively
efficient, this action will satisfy only a small portion of the need. (i.e., 0.33 million trips or 1.9
percent of the need)

» Continue to coordinate and cooperate with special transportation services, such as those funded
with Section 5310 funds and intended for meeting mobility need of senior citizens and persons
with disabilities. Maintaining coordination and cooperation with these other agencies will result in
2.8 million trips or 16.8 percent of the need.

» Commit more resources to enable expansion of services by existing and new providers. Service
expansion could provide 3.99 million more trips or 23.9 percent of the need.

The plan develops two targets for fulfilling the need. First, by 2010, it is proposed that transit should meet
at least 80 percent of the need in all 80 counties of Greater Minnesota. Meeting this 80 percent target
means that more resources are required to provide services for a total of 15.6 million trips. These trips
will require 1.4 million hours of service at an annual operating cost of $50.9 million as well as 210 more
vehicles with a capital cost of $12.1 million.

The second target is to fulfill a minimum of 90 percent of the need in all 80 counties by 2020.

Appendix E contains detailed estimates for the year 2010 for each transit system to reflect meeting four
different levels of need — 70 percent, 80 percent, 90 percent and 100 percent.

Chapter 5 - Performance Guidelines

This chapter describes how Mn/DOT’s commitment to efficient and effective public transportation
services in Greater Minnesota will be guided by performance guidelines. These guidelines have been
developed to reflect the seven different service types that are operated by Greater Minnesota public
transportation systems. In this regard, the plan is for each system to adapt and refine the guidelines into
its own performance standards for each type that it operates. This chapter defines how these
performance guidelines were developed, lists the seven different performance guideline categories,
summarizes the guideline topics and describes how they should be applied by an individual system.
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CHAPTER 1
STATE DEMOGRAPHIC PROFILE

This chapter provides an overview of population and employment trends in Greater Minnesota from 1990
through 2010. It describes the setting in which the public transit network currently operates and some of
the more significant environmental changes that will influence future transportation investments. The
structure of the current network is highly influenced by such factors as total population, age and income
characteristics, population density and employment characteristics. As these characteristics change over
the next decade, they will influence the network of services and investments in transit needed to meet
the changing needs of Greater Minnesota residents.

The overall trends, particularly a growing and aging population and growing economy, indicate that the
need for transit services will continue to grow in the next decade. These trends, and the underlying data,
are summarized in this chapter. Their purpose is two-fold; the first provides an overview of the Greater
Minnesota population and employment characteristics and their influence on transit service needs. The
second provides specific data on population trends that will be used in developing a model to forecast
future need and the level of investment needed to meet them.

The overview presented in this chapter is supported by data collected at the county and municipal level
and summarized for each Mn/DOT district in Greater Minnesota. These data are contained in
appendices to this plan. A map showing each district is presented as Figure 1.
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Figure 1: Greater Minnhesota Mn/DOT Districts
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Greater Minnesota Population

Census Bureau predictions anticipate that Minnesota’s population will increase by almost 20 percent
between 1995 and 2025. Minnesota’s anticipated growth of 900,000 persons in this period is the largest
of the six states in the Upper Midwest.

The Minnesota State Demographer’s Office showed a growth of 463,308 persons from 1990 through
1999. Much of this growth occurred in the Twin Cities Metropolitan Area (289,560 persons), with the
growth in Greater Minnesota estimated at 173,748. Within Greater Minnesota, the patterns of growth
differed greatly from district to district, and will continue to do so in the next decade. (See Figures 2 and 3)

As the figure shows, the areas that experienced the most significant growth in population from 1990 to
1999 are located in Districts 3 and 6, central and southeast parts of the state. At the same time, areas in
northwest and southwest Minnesota showed some loss.

In the next decade, from 1999 to 2010, some counties are forecast to lose population, while other
counties are not expected to grow at quite as fast a rate as they have in the past. Districts 3 and 6 are
still expected to gain population, but areas in the western half of the state and the northeast “Arrowhead”
is expected to lose population.

Overall, the increase in population in Greater Minnesota will trigger a need for additional transit services,
with the investment patterns in part correlated with the overall changes in population. Total population by
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itself, however, is only a part of the picture. Changes in age patterns, income characteristics,
employment, and economic development will also influence the investment in transit throughout the
state. Attempts to provide adequate transit service will need to address important issues such as
providing transportation for transit-dependent populations, connecting rural populations with urban
services, and providing an alternative to the automobile.

Figure 2: Population Change 1990 to 1999 Figure 3: Population Change 1999 to 2010
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Senior Citizen Population

Not only is Greater Minnesota’s population growing, it is also aging as the baby-boomer generation
reaches middle age. Elderly residents are large consumers of public transportation services. This aging
population trend will support the need for more services, particularly in areas where the total population
and aging population are both growing. More services will also be needed in areas experiencing an
overall decline in population with growth in the aging population segment.

This trend can be seen in the growth in the number of residents over 65 years of age and in the
increasing median age of Minnesota residents. In 1980 Minnesota’s median age was 29.2 years; by
1990 it had increased to 32.5 years. In 1995 the median age was projected to be 33.8 years. The
forecast for the year 2025 is a median age of 41 years. Although this data is not available at the district
level, data on the absolute number of persons over 65 years is demonstrating how these changes
manifest themselves over time. (See Figures 4 and 5)

When compared to overall changes in total population, it is clear that elderly population trends do not
necessarily follow the growth in general population. The increase in elderly persons occurs both in areas
that are gaining and losing population, although areas that are gaining population are seeing larger
increases in the number of elderly persons. The primary areas that are losing elderly population are the
southwest and northwest corners of the state.
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The largest increases in elderly persons are found in areas located near larger trade centers and in the
resort areas of central Minnesota. The larger trade centers, when compared to Greater Minnesota as a
whole, provide more services — more health care facilities, social service programs — that help senior
citizens maintain a good quality of life. Conversely, low-density rural areas often isolate elderly
individuals and create difficult transportation issues to overcome. Public transit in both places provides a
lifeline service for many seniors.

As the baby boomer generation reaches middle age, many are buying second homes that later become
retirement homes. This trend is particularly prevalent in central Minnesota, where many second homes
close to resort areas have become primary residences after retirement.

Figure 4: Senior Citizen Population
Changes 1920 to 2000

Figure 5: Senior Citizen Population
Changes 1999 to 2010
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Regional Trade Centers

Regional trade centers, as described in Moving Minnesota from 2000 to 2010, are cities that serve as
centers of trade and services for a surrounding area. More than 35 years ago, the University of
Minnesota Center for Urban and Regional Affairs (CURA) completed an economic study of the upper
Midwest that developed a eight-level hierarchy of places based on amount of trade and population, with
metropolitan areas at the top and hamlets at the base. The latest update of this study, in 1999, was
completed as part of the Statewide Interregional Corridor Study. Table 1 identifies all eight levels of the
hierarchy and lists example communities at each level. Trade centers ranked from 0 to 5 have received
the largest impact as population centralizes. Most counties that have lost population are located a great
distance from level 1 or 2 regional trade centers. In many situations, trade centers located in counties
that have lost population still managed to record a population increase, or at least less population loss.

TABLE 1
REGIONAL TRADE CENTER COMMUNITIES
Level 7 Level 6 Level 5 Level 4 Level 3 Level 2 Level 1 Level 0
Hamlet Minimum Full Partial Complete Secondary Primary Major
Convenience | Convenience | Shopping Shopping Wholesale/R Wholesale/ Metro
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| Center | Center | Center | Center | etail Center | Retail Center | Area

Example Cities

Twin

Brewster Tower Mahnomen | Blue Earth | Montevideo Bemidji Duluth Cities

The trend of centralizing population is expected to continue to the year 2010, with many high-level trade
centers continuing to record population gains. The high-level trade centers located farthest from the Twin
Cities are projected to suffer a population loss. Still, a larger portion of the population in Greater
Minnesota will be situated within the regional trade centers.

As population continues to centralize in regional trade centers, connections between these trade centers,
and from surrounding rural areas to the trade centers, will become increasingly important. This will serve
many purposes including access to jobs, social programs, and other activities. Connections will be
enhanced by public transit providers, and in some situations, social service agencies.

Population forecasts show that the areas in Greater Minnesota showing the greatest growth are the
counties that border the Twin Cities Metro area, particularly in the Interstate 94 corridor between the
Twin Cities and St. Cloud. As growth continues in the Twin Cities Metro area, surrounding areas will see
continued growth due to close proximity of jobs and services. Providing transit connections to the Twin
Cities from these outer counties will become more important. A plan already exists to initiate commuter
rail service from the Twin Cities to St. Cloud along the Northstar Corridor. While commuter rail might not
be warranted at this time to connect other areas to the Twin Cites, transit-dependent populations will still
need a way to access jobs and services provided in the Twin Cities.

Job Growth

Access to jobs is an important role of transit. Transit systems will need to provide service within the trade
centers where jobs are being created. Connecting the population of Greater Minnesota to employment
opportunities, particularly in trade centers with projections for significant job growth, is another emerging
role for public transportation in the coming decade. (See Figures 6 and 7)

Employment is growing in resort areas and in some of the larger regional trade centers, principally in
Districts 3 and 6. On the other hand, areas near the northeast (District 1), northwest (District 2), and
southwest (Districts 7 and 8) are losing jobs.

Part of the employment trend that will affect all transportation services in the state is the centralization of
economic activity in the Twin Cities. The Twin Cities is home to a number of Fortune 500 companies. Its
vitality is enhanced by its access to the global marketplace via the existing transportation infrastructure.
This has been and will continue to be an important factor in the Minnesota economy.

The areas that are seeing the largest growth in jobs within Greater Minnesota are the same as those
experiencing the largest population gains, those counties immediately surrounding the Twin Cities, and
along the corridor from the Twin Cities to St. Cloud. Thus, even as the population growth in these areas
suggests the need for more services to the Twin Cities, the job growth in the same areas suggests more
reverse commuting from the Twin Cities as well, requiring that the transit connections provide two-way
service.
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Figure 6: Employment Change 1990 to 2000 Figure 7: Employment Change 2000 to 2010
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Average Household Income

Average household income is useful in determining the disposable income of Greater Minnesota
families. Areas that have a higher average household income are more likely to have households that
own one or more automobiles and be less transit dependent. Areas with lower average household
incomes will likely have more households with fewer automobiles and more reliance on public
transportation as a primary means of transportation. Average household income is presented in Figure 8.

For the most part, average household income decreases from south to north. Specifically, the southeast
areas of the state, including the counties that surround the Twin Cities, have the highest income. North
central Minnesota, which includes most of the resort areas, has a lower than average household income.
In areas that have a lower household income, families have less disposable income to spend on
transportation, and less expensive public transportation is an important service in these areas.
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Figure 9: Percent of Population

Figure 8. Average Household Income Below Poverty Level
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Percent of population in poverty (Figure 9) serves as an indicator of transit dependency nationally. Areas
that have a higher percentage of the population in poverty also have a larger transit-dependent
population.

The percent of population below the poverty level closely follows the trend of average household income.
Areas in the north have a higher percentage of people below the poverty level, while the south has a
relatively low percent; the exceptions are counties along the lowa border, which have a significant
percentage of individuals living below the poverty level. Areas near the Twin Cities show lower
percentages of persons living below the poverty level, which is consistent with the average household
income trend.

Summary

The trends described in this chapter have various implications for the future of public transportation in
Minnesota:

* The growing population will require an increase in the amount of transit service.

* As age increases, the capacity to handle an automobile decreases, thus more transit service will
be required to provide transportation to this population segment.

* As population centralizes in trade centers, transit operations will need to connect rural areas to
the services provided in the trade centers and connect trade centers to each other.
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* As employment patterns change, transit services will need to respond to these changes in order
to provide adequate job access to those who require it.

* Transit services increasingly will be important to provide basic services to households below the
poverty level.

Maps for each district, as well as population figures, are presented in Appendix A of this plan. Included in
the appendix are:

» Statewide maps showing 1999 population, 2000 senior citizen population, 2000 employment
levels, 1999 family income/poverty levels as well as changes for each from 1990 to 1999/2000
and 1999/2000 to 2010.

» Statewide tables by county showing population, senior citizens, employment levels and family
income/poverty levels.

* Maps by Mn/DOT District showing population, population density as well as changes for each
from 1990 to 1999 and 1999 to 2010 for each Trade Center.

* Tables by Mn/DOT District showing Trade Center Population.

CHAPTER 2
EXISTING SYSTEMS/PEER GROUP ANALYSIS

This chapter focuses on two areas. First, it summarizes the current transit services operating in Greater
Minnesota. Second, it highlights the results of a peer group analysis where Greater Minnesota systems
are compared with peer systems in other states as well as with each other.

Existing Systems
Public transportation service varies greatly throughout Greater Minnesota. The number of systems and

the areas where service is provided has expanded significantly during the last 10 years. For example, in
1990, there was public transportation service throughout 37 counties and in 22 municipalities. This left 21
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counties without any public transportation service. In 2001, public transportation services expanded to
cover 64 entire counties and local service in nine municipalities. Currently, only seven counties are
without any public transportation service.

In 1998 Greater Minnesota had 67 separate transit systems that provided nearly nine million rides each
year using 500 vehicles. There were approximately 800 people employed in these systems. The total
cost to operate the services was about $30 million. Each year about $12 million is expended on capital
items such as new vehicles, facilities and communications equipment.

Appendix B presents detailed information on the current transit systems operating in Greater Minnesota.
These systems are grouped by the Mn/DOT District in which they operate.

Peer Group Analysis

One of the initial tasks in this plan was a peer group analysis comparing Greater Minnesota systems
among themselves and with similar systems operated in other states. The analysis process divided the
systems into different categories by size, service area and type of service provided. For this peer group
review, the systems are divided into eight categories: urban, ADA paratransit, rural, county, multi-county,
small urban systems within county systems, small urban systems over 10,000 population and small
urban systems under 10,000 population. The urban, ADA paratransit and the three categories of small
urban systems are analyzed by comparing the amount of service provided, operating efficiency and
effectiveness with nationwide and Greater Minnesota transit systems of similar size and service
characteristics. The rural, county and multi-county systems are unique to Minnesota and have no
nationwide peers. Therefore, comparisons are made for each system using other Greater Minnesota
transit systems in the same service category.

Summary reports for each system are contained in Appendix C and include a comparison of each
system with its peers, a comparison of each system over time, and a comparison of whether each
system performed above or below its peer group average based on 1998 data and data from 1994 to
1998.

The data for the Greater Minnesota systems was obtained from grant applications, annual transit reports
and the National Transit Database (NTD) for the fiscal years of 1994 and 1998. The data for the peer

systems was obtained from the NTD for the fiscal years of 1994 and 1998. Fiscal year 1998 was used in
the peer group analysis since it was the most recent year of nationally published information at the time.

Highlights of Peer Group Results

The peer group analysis revealed key findings in three areas. The first area focused on the cost of
providing the services. As seen in Table 2, Greater Minnesota systems generally operate at a lower cost
per hour compared to their national peers.

TABLE 2
COST PER HOUR PEER COMPARISON
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Cost Per Hour
System
Minnesota System(s) Peer Average

Duluth $55.11 $55.75
St. Cloud $42.92 $50.82
Rochester $45.11 $50.21
Moorhead $32.67 $32.25
Mankato $41.07 $43.21
Urban Area ADA Paratransit $25.12 $32.79
Small Urban > 10,000 People $25.06 $32.23
Small Urban < 10,000 People $25.46 $32.23

The one exception is the cost per hour for the Moorhead system. However, its costs are nearly identical

to its peers are, in fact much less than the cost per hour for the other urban systems operating in

Minnesota.

The second area is a comparison of system productivity by passengers carried. The peer group measure
in this area is passengers per hour. As seen in Table 3, many Greater Minnesota systems provide more

passengers per hour than the peer systems. This is especially true for four of the five urban systems
(Duluth, St. Cloud, Rochester and Moorhead). The ADA paratransit services operated by the urban

systems are also more productive than their peers. This is not the case for the two groups of small urban
systems. However, most of the non-Minnesota small urban systems contained in the peer group operate
fixed route services. The small urban Minnesota systems primarily operated demand response and route

deviation services. These service types are generally less productive, but provide a higher level of
personalized service compared to fixed route services. Therefore, the lower productivity levels of
Minnesota small urban systems compared to its peer systems are in line with the type of service

operated.

TABLE 3
PASSENGER PER HOUR PEER COMPARISON

Passengers Per Hour
System -
Minnesota System (s) | Peer Average
Duluth 21.41 21.42
St. Cloud 25.88 20.18
Rochester 23.89 20.62
Moorhead 14.20 9.33

Greater Minnesota Public Transportation Plan

Page 18



Mankato 13.23 15.99
Urban Area ADA Paratransit 3.08 2.78
Small Urban > 10,000 People 7.04 9.00
Small Urban < 10,000 People 7.20 9.00

The final review area is a comparison of the amount of service provided by the peer systems with the
amount of service provided by the Greater Minnesota systems. The measure used for this comparison is
service hours per capita. This measure is the number of service hours provided by a system in one year
divided by the population of the area served by the system. As seen in Table 4, Greater Minnesota
systems generally provide less service per capita than that provided by its peers.

TABLE 4
SERVICE HOURS PER CAPITA COMPARISON
Service Hours Per Capita
System (Number of Systems)
More Less
Urban Systems 3 3
Urban Area ADA Paratransit 2 2
Small Urban 7 28
Total 12 (27%) 33 (73%)

Of the 45 Greater Minnesota systems in which this review was performed, only 12 systems or 27 percent
of the total provide more service in terms of service hours per capita than its peers. Five of the 12
providing less service are urban area systems. The other seven are small urban area systems. In fact,
the vast majority of the small urban area systems (27 of 35 systems) provide less service per capita than
their peers.

As noted above, there was no comparable nationwide data for rural, county and multi-county. Therefore,
performance of these systems was compared with one another, as described below:

* Non-urbanized Community Transit Systems - There are eight Greater Minnesota transit
systems classified as non-urbanized community systems. These systems are located within non-
urbanized areas and provide service to their respective communities only. They include
Annandale Heartland Express, Appleton Heartland Express, Dawson Heartland Express, Fosston
Community Transit Service, Ortonville Area Transit, Pelican Rapids Public Transit, Pine River
Ride With Us Bus and Upsala Heartland Express.

Table 5 includes the 1998 operating statistics and 1998 performance data of the eight Greater
Minnesota non-urbanized community systems. The systems are compared with each other by
service provided and system performance.

TABLE §
MINNESOTA PEERS FOR NON-URBANIZED COMMUNITY SYSTEM COMPARISON

1998 OPERATING STATISTICS

REVENUE | REVENUE | UNLINKED | OPERATING | OPERATING
SERVICE AREA| PEAK MILES HOURS | PASSENGER | EXPENSES REVENUE
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SYSTEM | POPULATION VEHéCLE (000's) (000's) | TRIPS (000's) | ($000'S) ($000'S)
Annandale 4.956 3 896 57 15.0 84.8 276
Appleton 2.944 1 13.9 15 10.1 33.0 44
Dawson 1,559 1 16.2 24 223 393 12.1
Fosston 1,500 1 21.0 26 225 41.0 8.4
Ortonville 2.067 1 124 21 134 317 56
Pelican 1,008 1 4.1 05 52 49 05
Rapids
Pine River 984 1 74 18 5.0 462 338
Upsala * 2,385 1 11.9 0.9 2.3 14.9 24
AVERAGE 2,041 1 22.1 2.2 12.0 37.0 8.1
1998 PERFORMANCE
REVENUE HR PER CAPITA |PER CAPITA
RATIO R PER CAPITA REVENUE HR
Annandale | 0.325 $5.65 $14.88 115 3.03 $17 11 263
Appleton 0.133 $3.27 $22.00 0.51 3.43 $11.21 6.73
Dawson 0.308 $1.76 $16.37 154 14.30 $25.21 9.29
Fosston 0.205 $1.82 $15.77 173 15.00 $27.33 8.65
Ortonville | 0177 $2.36 $15.00 1.01 6.48 $15.34 6.38
Pelican
R 0.102 $0.94 $9.80 0.25 2.60 $2.45 10.40
Pine River | 0.082 $9.24 $25.67 183 5.08 $46.95 278
Upsala * 0.161 $6.48 $16.55 038 0.96 $6.25 255
AVERAGE | 0187 $3.94 $17.02 1.05 6.36 $18.98 6.18

* Now part of Morrtrans

County Systems - There are 22 Greater Minnesota transit systems classified as county systems.

These systems provide service within the county and are the only public transit operators with the
exception of three urban systems that reside in the areas of Hubbard, Mille Lacs and Brown
Counties. Table 6 includes the 1998 operating statistics and 1998 performance data of the 22
Greater Minnesota county systems. The county systems are compared to each other based on
service provided and system performance.

TABLE 6
MINNESOTA PEERS FOR COUNTY SYSTEM COMPARISON

1998 OPERATING STATISTICS

REVENUE|REVENUE| UNLINKED | OPERATING | OPERATING
SYSTEM Slfgl‘,’b(ﬁ%%i‘“ VEI:IIféI}_(ES MILES | HOURS |PASSENGER | EXPENSES | REVENUE
(000's) | (000's) |TRIPS (000's)| ($000's) ($000's)
Becker 27,881 4 78.4 52 16.1 182.0 30.1
Beltrami 34,384 3 121.9 52 214 1342 28.9
Brown 26,984 5 1311 76 13.2 155.0 12.4
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Clay 50,422 4 172.2 7.9 204 155.2 108.3
Clearwater 8,309 4 69.9 12.4 17.3 156.1 4.1
Cottonwood 12,694 2 61.8 2.3 14.0 63.5 21.8

Hubbard 14,939 3 60.4 4.8 10.1 103.3 3.6
Lake of the Woods 4,076 2 13.9 1.8 6.8 34.0 4.0
Lincoln 6,890 3 29.3 4.2 15.5 114.0 17.0
Mahnomen 5,044 4 60.6 3.5 8.2 98.9 9.1
Martin 22,914 5 215.4 14.0 59.5 258.6 83.2
Meeker 20,846 2 36.4 4.4 13.8 121.7 12.1
Mille Lacs 18,670 3 28.8 1.6 4.3 48.9 4.5
Mower 37,385 6 141.9 18.2 64.7 374.7 114.2
Murray 9,660 1 13.7 4.1 125 57.2 14.8
Nobles 20,098 2 34.6 2.7 14.2 71.5 3.4
Renville 17,673 2 14.0 6.9 14.0 1115 44.6
Rock 9,806 3 70.7 5.6 23.3 183.5 38.5
Roseau 15,026 2 96.3 5.1 14.7 102.3 28.4
Sibley 14,366 4 95.9 4.6 23.8 224.7 37.0
Steele 30,729 2 103.5 6.3 37.1 163.3 42.3
Watonwan 11,682 2 477 1.6 6.3 54.9 9.0
AVERAGE 19,113 3 77.2 5.9 19.6 135.0 30.5

Clay County Rural Transit established in 1995
Martin County Heartland Express established as county system in 1997

Meeker County Public Transit established August 1995

Mille Lacs County Heartland Express established early 1995.

Mower County Heartland Express established August 14, 1995
Nobles County Heartland Express established as county system in 1998.
Renville County Heartland Express established May 1, 1996.
Sibley County/Trailblazer Community Transit established January 5, 1998.

Steele County Area Transit established January 1997.

Watonwan County/ Take Me There established January 1998

TABLE 6 (Cont)

1998 PERFORMANCE
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FAREBOX | COST PER | COST PER | REVENUE PASSENGERS COST PASSENGERS

SYSTEM |RECOVERY| PASSENGE | REVENUE HRS PER CAPITA PER PER REVENUE
RATIO R HR PER CAPITA CAPITA HR
Becker 0.165 $11.30 $35.00 0.19 0.58 $6.53 3.10
Beltrami 0.215 $6.27 $25.81 0.15 0.62 $3.90 4.11
Brown 0.080 $11.74 $20.39 0.28 0.49 $5.74 1.74
Clay 0.697 $7.61 $19.64 0.16 0.40 $3.08 2.58
Clearwater 0.026 $9.02 $12.59 1.49 2.08 $18.79 1.39
Cottonwood 0.343 $4.53 $27.61 0.18 1.10 $5.00 6.09
Hubbard 0.035 $10.23 $21.52 0.32 0.68 $6.91 2.10

Lake of the

Woods 0.118 $5.00 $18.89 0.44 1.67 $8.34 3.78
Lincoln 0.149 $7.35 $27.14 0.61 2.25 $16.54 3.69
Mahnomen 0.092 $12.06 $28.25 0.69 1.62 $19.61 2.34
Martin 0.322 $4.35 $18.47 0.61 2.60 $11.28 4.25
Meeker 0.099 $8.82 $27.66 0.21 0.66 $5.84 3.14
Mille Lacs 0.092 $11.37 $30.56 0.08 0.23 $2.62 2.69
Mower 0.305 $5.79 $20.59 0.49 1.73 $10.02 3.55
Murray 0.259 $4.58 $13.95 0.42 1.29 $5.92 3.05
Nobles 0.047 $5.03 $26.48 0.13 0.71 $3.56 5.26
Renville 0.400 $7.96 $16.16 0.39 0.79 $6.31 2.03
Rock 0.210 $7.87 $32.77 0.57 2.38 $18.71 4.16
Roseau 0.278 $6.96 $20.06 0.34 0.98 $6.81 2.88
Sibley 0.165 $9.44 $48.85 0.32 1.66 $15.64 5.17
Steele 0.259 $4.40 $25.92 0.20 1.21 $5.31 5.89
Watonwan 0.164 $8.71 $34.31 0.14 0.54 $4.70 3.94
AVERAGE 0.205 $7.75 $25.12 0.38 1.19 $8.69 3.50

* Multi-County Systems - There are 10 Greater Minnesota transit systems classified as multi-
county systems. These systems allow travel within and between more than one county in Greater
Minnesota. Table 7 includes the 1998 operating statistics and 1998 performance data of the ten
Greater Minnesota multi-county systems. The multi-county systems are compared with each
other based on service provided and system performance.
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TABLE 7

MINNESOTA PEERS FOR MULTI-COUNTY SYSTEM COMPARISON

1998 OPERATING STATISTICS

REVENUE |REVENUE | UNLINKED |OPERATING | OPERATING
SYSTEM ng;’b?_i.ﬁ%ip‘ VET-IIIEéI'_(ES MILES HOURS | PASSENGER | EXPENSES | REVENUE
(000's) (000's) | TRIPS (000's) ($000's) ($000's)
Arrowhead 226,651 53 1,592.2 52.3 241.3 1,833.7 670.0
Chisago/lsanti ~ 56,442 8 471.5 17.0 63.4 511.3 37.3
Prairie Five* 50,845 8 93.3 12.6 29.6 274.3 27.8
River Rider** 110,655 8 240.2 8.8 384 239.5 104.3
Semcac 133,562 5 474 29 10.3 76.7 12.7
Three Rivers/ Hiawathaland 60,434 4 12.9 2.3 7.0 78.8 7.3
Transit
Tri-Cap 148,976 6 81.9 16.8 29.3 184.7 30.5
Tri-Valley 69,297 9 139.4 4.8 6.6 130.5 15.3
West Central Multi-
County/Rainbow Rider~~ 60,762 13 349.2 31.1 56.2 635.0 151.7
Western Community Action 73,304 7 204.8 14.8 58.9 559.7 111.9
AVERAGE 101,268 12 323.3 16.3 54.1 452.4 116.9

~1994 data includes Chisago County only. Chisago merged with Isanti Heartland Express In June 1998
*Prairie Five established 1995
**In 1995, Sherburne County Transit became River Rider and expanded service to Wright County
***Three Rivers/Hiawathaland Transit established on January 5, 1998.
~~1994 data includes Douglas County only. In June 1996, Douglas County Heartland Express became Rainbow Rider
and expanded service to Grant, Pope, Stevens, and Traverse Counties

1998 PERFORMANCE

REVENUE

;é“gg\?é% COST PER %‘é\S,ESEER HRS |PASSENGERS| COST PAssfg:ERs
SYSTEM BATIO | PASSENGER i PER | PER CAPITA |PER CAPITA| o o e o
CAPITA
Arrowhead 0.365 $7.60 $35.06 0.23 1.06 $8.09 4.61
Chisago/lsanti 0.073 $8.06 $30.08 0.30 1.12 $9.06 3.73
Prairie Five 0.101 $9.27 $21.77 0.25 0.58 $5.39 2.35
River Rider 0.435 $6.24 $27.21 0.08 0.35 $2.16 4.36
Semcac 0.165 $7.45 $26.45 0.02 0.08 $0.57 3.55
Three Rivers (Hiawathaland
Transit) 0.093 $11.26 $34.26 0.04 0.11 $1.30 3.04
Tri-Cap 0.165 $6.30 $10.99 0.11 0.20 $1.24 1.74
Tri-Valley 0.117 $19.77 $27.19 0.07 0.09 $1.88 1.37
West Central Multi-

County/Rainbow Rider 0.239 $11.30 $20.42 0.51 0.92 $10.45 1.81
Western Community Action 0.200 $9.50 $37.82 0.20 0.80 $7.63 3.98
AVERAGE 0.195 $9.68 $27.13 0.18 0.53 $4.78 3.05
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Summary

Today, public transportation services have expanded to cover 64 counties and nine municipalities. Only
seven counties are without any public transportation service compared to 21 counties just 10 years ago.
Other highlights of public transportation service in Greater Minnesota include:

* In 1998, Greater Minnesota had 67 separate transit systems that provided nearly nine million
rides per year using 500 vehicles.

* There were an estimated 800 people employed by these systems.
* The total cost to operate the services was about $30 million.

» Each year about $12 million is expended on capital items such as new vehicles, facilities and
communications equipment.

Appendix B describes each of the 67 systems in detail.
The following are the key findings of the peer group analysis:
* Overall Greater Minnesota systems cost less to operate than their national peers.

* Many Greater Minnesota systems carry more passengers per hour of service operated than their
national peers.

* Greater Minnesota systems provide less service per capita than their national peers.
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CHAPTER 3
TRANSIT SERVICE NEED

This chapter describes the way in which service providers, community leaders, riders and the general
public provided input to the development of the Greater Minnesota Public Transportation Plan. Service
providers were asked to identify their service need as part of their annual funding application to Mn/DOT
and through the completion of a special survey on need. Many service providers as well as community
leaders and other agency representatives also participated in workshops held in their Mn/DOT district to
discuss need. A number of key individuals from around the state were visited for one-on-one interviews
to discuss transportation needs in Greater Minnesota. Prior to this plan, Mn/DOT performed a market
research study consisting of telephone surveys, on-board rider surveys and focus group meetings in
1999 and 2000. This research work provided valuable input to this plan. Further, prior transit studies
conducted in other areas throughout Greater Minnesota were also reviewed as input to the plan. Finally,
a Steering Committee was formed with representatives from a wide range of Minnesota agencies. The
Committee provided active participation throughout the project.

Service Need Identified by Transit Systems

One of the best sources of information regarding transit needs is through the individual transit system.
Systems receive input from trip requests from riders and governing boards and advisory committees. A
two-pronged effort was undertaken to obtain input from transit providers on their transit service as well as
other needs. The first was to review the documentation that systems provide as part of their annual
funding application to Mn/DOT. The Mn/DOT application requests the systems to list their current service
and other identified transit needs. In addition, a questionnaire was sent to each system requesting
specific information on transit needs.

Transit System Needs From Annual Application - The 2001 funding application from each transit system
was reviewed for information on perceived service needs. Sixty-one systems described transit needs in
their annual applications. As seen in Table 8, most of the systems noted a need for more service either
with new routes and new or expanded dial-a-ride service. The second area of need related to an
increase in service hours. Two systems noted the need for more staff and two other systems noted the
need for more volunteer services. Seventeen of the 61 systems had no description of unmet need.

TABLE 8
NEED ANALYSIS FROM 2001 GRANT APPLICATIONS
Transit Need System Responses
More Service - New Routes 29
More Service - Expand/New Dial-A-Ride 11
More Weekday Hours - Evening 12
More Weekday Hours - Midday 1
More Weekday Hours - Early AM 1
More Weekend Service - Saturday 3
More Weekend Service - Sunday 4
More Weekend Service - Both Days 11
More Staff 2
Greater Volunteer Usage 2
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| No Suggestions 17

A review of the span of service hours for the 67 different systems shows that only a limited amount of

evening (after 6 p.m.) and weekend service is provided.

* Only nine of the 67 systems provide service on all weekdays after 6 p.m. three additional systems

operate past 6 p.m. on only one or two weekdays.

* Seventeen of the 67 systems operate service on Saturday.

* Eleven of the 67 systems operate service on Sunday. Several systems operating Sunday service

do not operate Saturday service.

Transit System Needs from Questionnaire - During the fall of 2000, a special questionnaire was sent to
representatives of the 67 Greater Minnesota systems to give each system an opportunity to describe
transit needs. This questionnaire addressed a number of issues. The results from the 47 systems

responding to the special survey are summarized below:

* The first question asked systems to identify actions that could lead to productivity improvements.

As seen in Table 9, 23 of the 47 systems that responded to this question indicated that more

marketing was the best opportunity to improve productivity. Use of computer software to assist in

operations function was also noted by many systems.

TABLE 9
ACTIONS THAT COULD LEAD TO PRODUCTIVITY IMPROVEMENTS
Number of Systems
Responding
Response
Non-Urban Urban
(30) (17)
More Marketing 15 8
Computer Software (Dispatching, Mapping, 8 1
Scheduling, Tracking, GIS, Billing)
Promotional Activities 5 2
Central Dispatch Positions 3 -
Community Deviated Fixed Route 2 -

* The second question asked systems to list improvements that could be made to satisfy unmet
need. As seen in Table 10, most of the need related to extending service hours operated, i.e.,
more weekend service, more evening service and expanded service hours. Five systems
identified the need to expand the service area. Several other systems mentioned the need to

focus on work trip and student transportation.
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TABLE 10
UNMET TRANSIT NEED

Non-Urban

Response (30) Uz:’_';‘)“
More Weekend Service 10 8
More Evening Service 6 5
Expand Service Hours 5 2
Expand Service Area 1 4
Transportation To/From Work 2 2
Improve Student & Children Ridership 3 -
Connecting Existing Systems 2 1
Inter-County Access To Specific Locations - 2

* Question three asked systems to describe the types of coordination opportunities that might exist
with other systems. As seen in Table 11, a number of different responses were given to this
question with 5310/social service agency services having the largest number of responses.
Systems noted that coordination with inter-community/Greyhound carriers was an important
improvement opportunity.

TABLE 11
COORDINATION OPPORTUNITIES WITH OTHER PROVIDERS
Response Non(;t(l);ban U(r1b7a)n
5310 Buses/Social Service 9 2
Inter-Community Carriers/Greyhound 9 2
School Districts 4 -
County Systems 3 1
Volunteer Driver Programs 4 -
Senior Homes 3 1
Taxi Service 2 -
Private For Profit Providers 2 -
Churches 2 -
Charter Services 2 -

* Question four asked about the need for transportation from inside the service area of the system
to areas outside their service area. As seen in Table 12, 18 of the 47 systems noted an
opportunity for coordination with neighboring county services.
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TABLE 12
OPPORTUNITIES FOR INTERJURISDICTIONAL SERVICES
TO AREAS OUTSIDE SERVICE AREA

Non-Urban Urban
Response (30) (17)
Neighboring County Systems 15 3
Inter-County 2 3
Inter-City - 3
Ability To Cross State Lines 2 -

* Next, systems were asked to identify capital improvements that would improve service. As seen
in Table 13, the need for more vehicles was by far the dominant capital need listed by 19
systems. Increased funding was in second place noted by eight systems. Facility needs were
expressed in three different ways and overall were listed by nine different systems.

TABLE 13
CAPITAL NEED THAT WOULD IMPROVE SERVICES
Response Non(;l.(l);ban U(r1b7a)n

More Buses/Vehicles 18 1
Increase Funding 7 1
New Bus Storage Facilities 5 -
Office Space 3 -
Build “Rest & Rides” 3 -
Small Buses 2 -
Maintenance Facility 2 -
Transit Facility 2 -
Improve/Provide Bus Shelters - 2

* The final question asked the systems to list any other concerns they had regarding transit
programs in Greater Minnesota. This question was answered by 11 systems all addressing the
need for more funding. Seven of these systems just noted that there was inadequate funding.
Four other systems noted that budgets are not sufficient to keep up with the demands for service.

Summary of District Transit Workshops

The first round of District Transit Workshops was conducted at each of Mn/DOT’s Greater Minnesota
districts between Tuesday, October 31, and Tuesday, November 14, 2000. As noted in the attenda